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Section 1 A Quick Introduction to Electric Vehicles
The nationwide push to electrify vehicle (EV) fleets is gaining momentum. Automakers are ramping up production
of EVs and promising to phase out vehicles with internal combustion engines (ICEs). By 2030, Ford claims EVs will
account for 40 percent of its total sales, while GM pledges that by 2035 all vehicles it produces will generate zero
emissions. 1
Three types of EV are available. Hybrid electric vehicles (HEV) have both an ICE and electric motor with battery. The
HEV is a self-contained system that charges the battery and cannot be plugged in. Plug-in hybrid electric vehicles
(PHEVs) are similar to HEVs, but they have a larger battery that allows them to run on only the electric motor for
short distances (12 – 60 miles) and can be plugged in. In HEVs and PHEVs, the electric motor supplements the ICE to
provide power and improve fuel economy. Battery electric vehicles (BEVs) run entirely on battery power.
Drivers recharge PHEVs and BEVs by plugging them into a charger. Three types of chargers are available — Level 1,
Level 2, and Level 3 (direct current fast charger [DCFC]). Figure 1.1 summarizes the key features of each and their
respective use cases and costs.

Figure 1.1 Characteristics of L1, L2, and L3 Chargers
EVs have many benefits. They produce fewer tailpipe emissions than conventional ICE vehicles, which cuts down on
pollutants such as carbon dioxide and fine particulate matter, and are also cheaper to refuel (Table 1.1). Depending
on the price of gasoline and fuel efficiency, on a per-mile basis operating a BEV is 25 to 30 percent the cost of a
conventional vehicle. In Table 1.1, MPGe stands for miles per gallon of gasoline equivalent. The Environmental
Protection Agency (EPA) states that 33.7 kWh = 1 gallon of gasoline. A vehicle that gets 100 MPGe uses about 34
kWh of electricity to travel 100 miles. Beyond lower fueling costs, EVs also have lower long-term maintenance costs
because they are less complex mechanically than conventional ICE vehicles.

Forbes has a useful rundown of how automakers are approaching EVs:
https://www.forbes.com/wheels/news/automaker-ev-plans/

1
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Table 1.1 Fuel Efficiency of EVs and Conventional Vehicles
Vehicle Type
Fuel Efficiency
Cost Per Mile
Conventional Gas-Powered ICE
20 MPG
$0.16 / mile
Conventional Gas-Powered ICE
30 MPG
$0.11 / mile
BEV
100 MPGe
$0.046 / mile
* Calculations based on a gasoline price of $3.225 / gallon and an electricity price of $0.1249 / kWh.
EVs are transforming how people and goods move, but widespread adoption poses challenges to state governments.
To meet these issues head on, states are beginning to develop and publish EV roadmaps that lay out strategies for
corridor planning (e.g., determining where to site charging stations), best practices for designing and operating EV
charging stations, increasing public awareness of EVs, and leveraging multi-stakeholder partnerships to prepare
jurisdictions for electrification of the transportation system. Some states have also established grant programs to
fund charging stations through partnerships with public and private stakeholders.
This document provides an executive-level summary of recent trends in the EV space. Its purpose is to orient KYTC
leadership to key issues state-level government agencies are contending with.
Table 1.2 Report Structure and Content
Chapter
Content
2
• Summarizes different approaches states and multi-state partnerships have
adopted to facilitate the build out of EV corridors
3
• Reviews methods for recouping fuel tax revenues lost as drivers switch to EVs,
state-level incentives for EV purchases, and legislation introduced or passed in
2021
4
• Analyzes EV registration data for Kentucky and projects fuel tax revenue losses
under different adoption scenarios
5
• Examines Kentucky’s current EV charging infrastructure and future needs
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Section 2 State-Level and Regional Approaches to EV Infrastructure Planning
Many state governments are developing EV roadmaps which describe their approaches to EV infrastructure, corridor
planning strategies, how they will encourage consumers to adopt EVs, and best practices for developing and laying
out sites at which charging stations are located. A number of states have also established grant programs to fund
new charging infrastructure. This chapter provides a high-level overview of how states are planning for EVs. Instead
of methodically working through each state individually, we begin with more general observations using a questionand-answer format. After this, we present a few detailed case studies focused on states KYTC leadership expressed
interest in learning more about.
2.1 Overview of State-Level EV Strategies
What types of agencies are responsible for preparing EV roadmaps and administering programs?
It varies. Generally, comprehensive roadmaps that address all facets of EV planning and adoption are not published
by DOTs. In many states departments of energy or environment have taken a leading role. There are exceptions to
this, however. For example, the North Carolina DOT developed the North Carolina ZEV Plan (although it coordinated
with the state’s Department of Environmental Quality). The Drive Electric Tennessee consortium, which issued the
state’s roadmap, brings together over 30 stakeholders including the state DOT, the Department of Environment and
Conservation, and Tennessee Valley Authority. Developing EV roadmaps and corridor plans requires the input and
participation of multiple state government agencies. Some states have hired consultants to manage this process.
Clearly delegating responsibilities among agencies is critical. This gives individual agencies the opportunity to focus
on tasks within their domains and forge cross-agency partnerships to coordinate activities where needed. And it also
prevents the duplication of efforts or programs.
How are state governments funding new EV charging infrastructure?
Many states are using up to 15 percent of funds they received as part of settlements with Volkswagen for the diesel
emissions scandal. In some states, this money is being supplemented by other funding sources. For example, in
Tennessee, the Department of Environment and Conservation is partnering with the Tennessee Valley Authority to
build a statewide charging network. In addition to Volkswagen settlement funds, federal Highway Infrastructure
Program funds are being leveraged to expand fast-charging capabilities along Tennessee’s FHWA Alternative Fuel
Corridors. Many states have grant programs that partially fund electric vehicle service equipment (EVSE) installation
through partnerships with public and private stakeholders. The recently enacted Infrastructure Investment and Jobs
Act sets aside $5 billion in new funds for EV charging infrastructure projects. Kentucky is eligible for up to $10 million
in FY 2022.
How do grant programs for EV charging infrastructure work? What requirements must grantees abide by?
Grant programs typically pay up to 80 percent of eligible project costs while grantees supply a 20 percent match. In
most states eligible applicants include businesses, public entities, and non-profit organizations. Some states — such
as Colorado — in a bid to expand EVSE access at multi-unit dwellings are encouraging apartment complexes, condos,
and homeowner associations to apply for funding. Eligible project costs typically include equipment, construction
materials, onsite utility work, signage, labor, and networking fees. Purchasing or renting land for EVSE is generally
not an eligible expense. Grantee requirements vary, but typically specify that charging stations should be publicly
accessible, continuously operational, ADA compliant, well-lit, future-proofed, and provide access to restrooms and
amenities. Site hosts must also agree to operate the charging station for a minimum amount of time (five (5) years
is a common requirement). Some states require grantees to report charging station performance data (e.g., number
of charging cycles, power consumption).
What charging options should be available at sites funded through grant programs?
Requirements vary by state. A rule of thumb is that charging stations should be able to recharge four (4) vehicles
simultaneously using DCFCs. Charging units should provide CHAdeMO and CCS connectors (Level 2 charging units
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must have a J1772-compatible connector). Looking at particular state requirements provides additional insight and
offers a sense of best practices:
•

•
•

•

Alabama requires that charging stations be equipped to simultaneously charge two (2) EVs at power levels or
configurations at a minimum of 100 kW. Sites should be futureproofed by installing a conduit and electrical
service box with adequate size and disconnect capacity so that additional cable can be run to meet increasing
demand.
Minnesota’s fast-charging corridor grants focus on installing 50 kW chargers and call for placing adequate
electrical conduit to support future upgrades up to 350 kW.
Oklahoma requires at 150 kW DCFC sites that a single vehicle receive 150 kW and that when multiple vehicles
are connected each receives a minimum of 50 kW. At 50 kW DCFC sites, at least 50 kW must be provided to
each vehicle. Futureproofing is required as well, as sites should have the capacity to support the installation of
two additional 50 kW charging stations or a single higher-powered station of up to 350 kW.
Stations installed during Phase I of the Nevada’s Electric Highway build out were required to have at least two
(2) Level 2 chargers and one (1) DCFC. Stations installed during Phase 2 must have at least two chargers; both
can be DCFCs.

How long does it take to plan, build, and commence operation of a public charging station?
For DCFCs, 12 – 15 months. For Level 2 stations, 6 – 9 months. Grant programs require that grantees (site hosts) plan
the site, buy and install EVSE, and operate the facilities. Resolving issues related to power supply is time-consuming
and grantees need to focus on these challenges as soon as possible.
Do states and grant programs encourage the use of renewable energy sources to power charging stations?
Yes, although this is not a requirement. A primary justification for transitioning from conventional vehicles to EVs is
they reduce vehicle emissions and generate less air pollution (e.g., carbon dioxide, nitrogen oxides, fine particulate
matter, volatile organic compounds). Exposure to emissions negatively impacts cardiac and respiratory health — this
is of particular concern to communities of color, which endure disproportionate levels of exposure. If the energy
used to charge EVs is generated from high-carbon sources, carbon dioxide emissions are similar to those generated
ICE vehicles (Figure 2.1 2).

See Navigating Operations for Transportation Electrification and Solar Charging: Steps and Lessons Learned in
Montana Communities (2021)
2
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Figure 2.1 Carbon Dioxide Emissions from EVs Under Different Electricity Grid Configurations
How are corridors prioritized for EV infrastructure?
Most states and regional partnerships are focusing initially on highly trafficked corridors (e.g., interstates, US routes,
major metropolitan areas), fast-charging networks, and growing the number of FHWA-designated Alternative Fuel
Corridors (AFC). Highway segments receive an AFC corridor-ready designation if (a) charging stations are available at
intervals of 50 miles or less and (b) charging stations are located no more than one (1) mile from interstate exits or
highway intersections. Being designated corridor-ready indicates a corridor has enough charging facilities to support
travel. Criteria have been updated for 2022 (previously the distance threshold was five (5) miles).
State governments are working with multiple stakeholders — industry groups, nonprofits, businesses, utilities — to
identify destinations that warrant charging station installation and develop long-term plans to improve the electrical
grid to support widespread charging. Multi-state partnerships coordinate regional corridor planning to facilitate
seamless EV travel (e.g., Regional Electric Vehicle Plan for the West; Figure 2.2)
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Figure 2.2 Corridor Map — Regional Electric Vehicle Plan for the West
Understanding electricity requirements is critical when siting new charging stations. DCFCs require the availability
of three-phase power. Most stations with DCFCs can accommodate 2 – 4 vehicles at a time. However, as more plugs
are added, electricity demands increase. For instance, a charging station able to support the simultaneous charging
of 20 vehicles using DCFCs requires up to 3,000 kW — enough to power 1,500 homes (Ohio DOT 2020). Delivering
sufficient electricity to power DCFCs can be particularly challenging in rural areas.
How do consumers pay to charge their EVs?
It varies. In some states charging station owners can charge customers on a per-kWh basis. Elsewhere, charges are
based on the amount of time drivers spend at the station. An issue states have grappled with is whether charging
station owners should be able to resell electricity without being designated as a public utility and being regulated as
such. At least 30 states and Washington, D.C., enable non-utilities to resell electricity. 3
2.2 Case Studies
Oklahoma — ChargeOK
Although Oklahoma lacks a formal EV roadmap, the Department of Environmental Quality administers the ChargeOK
grant program, which is using $3.1 million in Volkswagen settlement money to fund EVSE infrastructure. Projects
must be located on one of two site types — (a) transportation corridors or (b) single point locations. Transportation
corridors are classified as either Tier 1 or Tier 2 based on factors such as AADT. Figure 2.3 identifies routes prioritized
in the 2020 RFP. Charging stations on transportation corridors must provide DCFCs. They must also be located a
maximum of one mile from an entrance / exit ramp, be accessible to the public 24 hours per day throughout the
year, and have adequate lighting during twilight and overnight hours. Site host agreements for these locations must
stipulate the charging station will remain operational for at least five years. Other key requirements charging stations
must abide by include the provision of ongoing services (e.g., customer service, parking, payment options, signage)

3

https://electrek.co/2019/08/12/kwh-pricing-ev-drivers-miss-benefits/
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and particular equipment specifications (e.g., charging unit characteristics, making sites future proof by allowing for
the installation of additional chargers). Single point location charging stations are intended to serve a community.
These sites can offer either L2 chargers or DCFCs but have the same operational requirements as charging stations
along transportation corridors.

Figure 2.3 Oklahoma 2020 Priority Corridors
Eligible applicants include businesses; federal, state, local, and tribal government agencies, 501(c)(3) entities; air
quality or transportation organizations; and MPOs or rural / regional transportation planning organizations. A scoring
committee evaluates applications based on several criteria: project narrative; station location and access to
amenities; cost-effectiveness; station design, requirements, and specifications; organizational capacity; project
partnerships; innovation and sustainability; and level of detail and completeness. ChargeOK reimburses grantees up
to 80 percent of eligible project costs, however, grantees are not reimbursed until a project is complete and it has
been verified and approved. Project costs eligible for reimbursement include:
•
•
•
•
•
•
•
•

DCFC and L2 equipment
Installation costs directly associated with and needed for safe equipment operation
Utility upgrades (e.g., transformers, extensions)
Additional hard costs (e.g., concrete, conduit, signage, cable, wiring)
Connecting equipment to electrical services
Charging equipment warranties (minimum of 5 years)
Equipment shipping
Battery storage and solar photovoltaic panels

Expenses that will not be reimbursed by ChargeOK include the purchase or rental of real estate, administrative costs,
and other capital costs. Grantees must operate charging stations for a minimum of five (5) years and report data on
charging station usage and performance to the Department of Environmental Quality. Appendix A contains a sample
RFP issued by ChargeOK.
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Tennessee — Drive Electric Tennessee and TVA Partnership
The Drive Electric Tennessee roadmap is the product of input from over 30 stakeholders and puts forward a vision
to have 200,000 EVs on the state’s highways by 2028. The document establishes short-, medium-, and longer-term
goals in several areas, including availability of charging infrastructure, raising public awareness of EVs, improving
vehicle availability, and helping local and state government officials, as well as companies, craft policies to support
EV adoption. Arguably, a centerpiece of the state’s efforts is a partnership between the Tennessee Department of
Environment and Conservation (TDEC) and the Tennessee Valley Authority (TVA) on the development of a statewide
fast-charging network. Funded by money from the Volkswagen settlement, Highway Infrastructure Program, TVA,
and project partners, building out the charging network is expected to cost $20 million.
Eligible applicants include power companies served by the TVA and other utilities whose service territories include
prioritized corridor gaps, however, at some point applicant eligibility may expand to include government entities,
private companies, and nonprofits. Grantees are responsible for identifying host sites which follow site selection
guidelines (Figure 2.4). Charging stations must have at least two DCFCs, and up to four (4) can be installed. Funding
requests cannot exceed $150,000 per charging unit. Grantees are also responsible for purchasing, installing, owning,
operating, and maintaining fast-charging equipment for at least five (5) years. Once TVA approves an installation,
the grantee receives a one-time credit on their monthly wholesale power bill.

Figure 2.4 Site Selection Guidelines for TDEC/TVA Grant Program
Colorado — Charge Ahead Colorado
Established in 2012, Charge Ahead Colorado is a partnership between the Regional Air Quality Council (RAQC) and
Colorado Energy Office (CEO) whose goals include promoting the installation of EV charging stations, increasing EV
purchases, reducing air pollution and greenhouse gas emissions, collecting and analyzing charging station data, and
supporting implementation of the Colorado Electric Vehicle Plan. RAQC primarily funds projects in the seven (7)
counties that comprise the Denver metro area, while CEO funds projects in the rest of the state. Public, private, and
nonprofit organizations are eligible to apply. The program does not prioritize applications based on organization
type, but it does encourage workplaces and multi-unit dwellings to apply. The program pays for up to 80 percent of
the costs associated with installing L2 or L3 charging stations. Maximum funding amounts vary by charging station
type:
•
•
•

L2 Fleet-Only Charging Stations — $6,000
L2 Multi-Port Station — $9,000
L3 Multiple Connection Standard Station — $35,000

Like Oklahoma, applications are scored by an evaluation committee based several criteria, such as how well the
proposed project meets program objectives, benefits to the public, expertise in developing a charging station plan,
matching funds, project rationale and expected level of use, ability to collect performance data for five (5) years,
operations and maintenance planning, and commitment to renewable energy and energy efficiency. Costs that are
eligible for reimbursement include:
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•
•
•
•
•
•

Charging stations and related equipment
Construction materials and construction labor costs associated equipment purchase and installation
Utility and electric upgrades (e.g., new transformers, breaker boxes, electrical panels)
Signage
Permits
Networking and subscription fees or activation fees

Grantees are required to operate charging stations for a minimum of five (5) years and report data on overall energy
consumption as well as interval data at six-month intervals. Appendix B provides a sample grant application form.
Regional Electric Vehicle Plan for the West
A few regional consortiums 4 have sprung up in the past five years to coordinate EV corridor development across
multiple states. These voluntary agreements are non-binding and member states can exit without penalty. The
Regional Electric Vehicle Plan for the West (REV West) is a partnership involving eight (8) states — Arizona, Colorado,
Idaho, Montana, Nevada, New Mexico, Utah, and Wyoming — that began in 2017 and which aims to build out an
Intermountain West Electric Vehicle Corridor. Once complete, EVs would be able to travel throughout the region on
major transportation corridors.
Here are the key goals and activities of the participating states:
•
•
•
•
•
•
•
•

Educate consumers about the benefits of EVs and increase EV adoption
Coordinate on EV charging station placement and design to ensure a consistent user experience and avoid
network redundancies
Promote the adoption of REV West voluntary minimum standards for EV charging stations
Strengthen the coordination between member states’ energy, environment, and transportation agencies to
identify regulatory barriers to EV charging station deployment and address infrastructure gaps
Encourage automakers and dealerships to stock and market EVs
Identify, respond to, and collaborate on funding opportunities to develop the REV West Plan
Foster the rapid build out of fast-charging corridors through direct state investment, partnerships with utilities
and local governments, and public-private partnerships
Integrate EV charging station infrastructure into planning and development processes (e.g., building codes,
metering policies, renewable energy projects)

Since the partnership was established, over 100 DCFC charging stations have been built by public and private sector
stakeholders. Another 75 are in the planning stages (as of 2020). Over 1,250 highway miles have been designated as
corridor-ready under the FHWA’s AFC program. With funding from the US Department of Energy, the partnership is
working to overcome barriers to EV adoption and infrastructure deployment in remote and rural areas.

Other examples include the Regional Electric Vehicle Midwest Coalition (Illinois, Indiana, Michigan, Minnesota,
Wisconsin), West Coast Electric Highway (British Columbia, Washington, Oregon, California), and the Northeast
Electric Vehicle Network (11 states in the Northeast and Mid-Atlantic plus Washington, D.C.). The Electric Highway
Coalition is a consortium of utilities working to build EV infrastructure from Texas to Maine.
4
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Section 3 State-Level EV Registration Fees, Legislation, and Incentives
3.1 Vehicle Fees and Legislation
All vehicle owners pay Kentucky’s 6 percent motor vehicle usage tax when they purchase or register their vehicle in
the state for the first time. Drivers of conventical vehicles powered by ICEs also pay state and federal motor fuel
taxes each time they fill up their tank. The federal gasoline tax, which finances the Federal Highway Trust Fund, is
18.3 cents per gallon and has remained unchanged since 1993. State fuel taxes are critical for ensuring states have
a dependable revenue source to fund transportation projects. Kentucky’s motor fuel tax is calculated dynamically
pursuant to KRS 138.228 and is currently 26 cents per gallon. KYTC’s chief source of revenue is the Road Fund, whose
revenues in turn come from motor fuels tax, the motor vehicle usage tax, license and privilege taxes, interest income,
and miscellaneous departmental fees, permits, and sales. 5
With the transition to EVs, states need shore up the revenue sources they rely on to pay for transportation projects.
Why? BEV owners pay no motor fuel taxes, while owners of HEVs and PHEVs pay less in fuel taxes as these vehicles
are partially reliant on electric motors. In Kentucky, the motor fuels tax has historically been the largest source of
Road Fund revenue. It generally accounts for at least of half of all Road Fund revenues. In FY 2021, motor fuel taxes
accounted for 46 percent of Road Fund revenues. Since FY 2008, the average contribution of the motor fuels tax to
the Road Fund has been 52 percent (Figure 3.1).

Figure 3.1 Trends in Tax and Road Fund Revenues (2008 – 2021)
To ensure all roadway users pay their fair share, 30 states have introduced fees for BEVs and hybrids. Fees are
typically levied annually — often as an additional registration fee. BEV fees range between $50 and $227 (average =
$127), while hybrid fees range between $33 and $200 (average = $59). A few states have developed fee structures
that account for vehicle weight and are indexed to inflation. Most states have not yet introduced fees which target
https://osbd.ky.gov/Publications/Documents/Budget%20Documents/20182020%20Budget%20of%20the%20Commonwealth/1820%20BOC%20Budget%20in%20Brief%20-%20FINAL.pdf
5
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commercial BEVs. Georgia and Oklahoma are exceptions. In Georgia the fee is $320, while in Oklahoma vehicles over
26,000 pounds are charged a $2,250 fee.
The allocation of registration fees varies based on the fee-establishing legislation. In most states, revenues pay for
infrastructure. Sometimes this extends to EV infrastructure (e.g., charging stations). Appendix C lists fees for each
state. Table 3.1 provides BEV and hybrid registration fees for Kentucky’s neighboring states.
Table 3.1 BEV and Hybrid Registration Fees (Kentucky’s Neighboring States)
State
BEV Fee
Ohio
$100
West Virginia
$200
Virginia
$64
Tennessee
$100
Missouri
$75
Illinois
$100
Indiana
$150

Hybrid Vehicle Fee
$200
$100
$64
—
$37.50 (PHEVs)
—
$50

Another method of recouping lost fuel tax revenue is a road usage charge (RUC). Two states that currently offer
drivers this option are Oregon and Utah. Looking at the specifics of Utah’s program demonstrates how an RUC works.
The program is open to EVs, PHEVs, and gasoline hybrid vehicles. Drivers can pay a flat registration fee or opt into
the RUC. Vehicles enrolled in the RUC pay 1.52 cents per mile traveled. However, they never pay more than the flat
registration fee. Whether a driver selects the RUC depends on their comfort with the technology, which tracks their
mileage, and if they think it makes financial sense to do so. Table 3.2 indicates the break-even mileage for each type
of vehicle. If driver opts into the RUC and exceeds this mileage amount, they pay the same amount as drivers who
choose the flat registration fee.
Table 3.2 Break-Even Mileage for Utah's Road Usage Charge
Alternative Fuel Vehicle Type
Flat Registration Fee
Electric
$120
Plug-In Hybrid
$52
Gas Hybrid
$20

RUC — Break-Even Mileage
8,092
3,421
1,316

Our review of state-level EV legislation proposed in 2021 uncovered several notable trends. Lawmakers in several
states without EV fees introduced legislation to impose them, while modifications to fee structures were proposed
elsewhere. Other topics addressed by proposed bills include funding charging station infrastructure, taxing electricity
used to power vehicles, and establishing commissions to develop EV infrastructure plans. Many of the proposed bills
attempt to define what constitutes EV and/or hybrid vehicles. Appendix D summarizes laws proposed in 2021. The
National Conference of State Legislators also provides detailed information on EV fees, fee distribution, and related
information. 6 This information is updated routinely.
3.2 EV Incentives at the Federal and State Levels
A federal tax credit of up to $7,500 is available when consumers purchase an EV. 7 The credit is $2,500 for vehicles
with a battery capacity of at least 5 kWh. It increases by $417 for each additional kWh of battery capacity. Credits
are allocated by vehicle manufacturer and begin to phase out when 200,000 qualifying vehicles are sold. Several
automakers (e.g., GM, Tesla) have exhausted their available credits. Additionally, a tax credit for installing charging
station equipment was available for installations completed by December 31, 2021. Owners could claim a tax credit
valued at 30% of the total cost of equipment installation. The total credit could not exceed $30,000. Although the

6
7

https://www.ncsl.org/research/energy/new-fees-on-hybrid-and-electric-vehicles.aspx
https://www.irs.gov/businesses/plug-in-electric-vehicle-credit-irc-30-and-irc-30d.

KTC Research Report Analysis of EV Revenue Issues and Corridor Planning

11

proposed Build Back Better legislation would further incentive EV purchases, because the law seems unlikely to pass
it is not discussed here.
A growing number of states, electric utility companies, and other entities incentivize the purchase of EV and EVSE.
Appendix E summarizes available state-level incentives. Incentives take different forms: vehicle rebates, tax credits,
reduced electricity rates for charging during off-peak periods, assistance installing EVSE. Tax credits and rebates, in
some states, are only available to consumers meeting specific income requirements. Many states also provide grants
to facilitate EVSE purchase and installation. An example of a non-financial incentive is avoiding emissions inspections
requirements. The National Conference of State Legislators maintains an up-to-date catalogue of incentives. 8
3.3 Key Takeaways
• Many states have embraced annual fees on BEVs and hybrids to make up for lost fuel tax revenues. BEV fees in
Kentucky’s neighboring states range between $64 and $200; for hybrids the range is $37.50 – $200. Another
potential option is an RUC, which levies a fee for each mile driven. Kentucky will benefit from introducing some
type of fee to ensure Road Fund revenues are not compromised.
• Federal tax credits for EVs are being depleted rapidly. While the future of federal incentives is unclear, states,
power companies, and other entities offer incentives like tax credits and rebates.

8

https://www.ncsl.org/research/energy/state-electric-vehicle-incentives-state-chart.aspx.
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Section 4 Projecting BEV Registrations and their Impact on Fuel Tax BEV Revenues
4.1 BEV Registrations and Projections
The numerical growth in Kentucky BEV registrations proceeded gradually but slowly between 2016 and 2021 (Table
4.1). In 2016, 391 BEVs were registered in the state; this number jumped to 3,621 by the end of last year. Focusing
on the percentage change from year to year paints a slightly more dramatic picture. In most years, BEV registrations
grew between 40 percent and 60 percent.
Table 4.1 Kentucky BEV Registrations (2016 – 2021)
Year
Registrations
2016
391
2017
563
2018
898
2019
1,497
2020
2,273
2021
3,621

Percentage Change
—
43.99%
59.50%
66.70%
51.84%
59.30%

Projecting future growth in BEV registrations is challenging. Despite automakers making a more aggressive pitch to
consumers, obstacles to widespread BEV adoption remain. Federal tax credits are no longer available on several
popular models (e.g., Tesla Model 3, Chevy Bolt) due to manufacturers exceeding sales thresholds at which the
credits cut off. Although battery costs are trending downward (currently in the $130 per kWh range), BEVs remain
pricey, with most models exceeding $35,000. Other factors that deter consumers from BEVs include limited driving
ranges, lack of dealer inventory, concerns about maintenance and service, and the lack of a robust public network
of L3 chargers. The latter contributes to range anxiety and makes planning extended road trips difficult.
We developed projections for BEV registrations through 2030 under three scenarios. Each scenario’s assumptions
are listed in Table 4.2. All scenarios assume at least 30 percent annual growth in BEV registrations. Setting baseline
growth at 50 percent for the moderate and aggressive scenarios is reasonable based on patterns observed to date.
Given the relatively low registration numbers, it is likely that a modestly sized cohort of early adopters will continue
to drive growth.
Table 4.2 BEV Forecast Scenarios
Adoption Scenario
Conservative
Moderate
Aggressive

Assumption
• 30% annual growth in registrations
• 50% annual growth in registrations through 2025
• 30% annual growth in registrations thereafter
• 50% annual growth in registrations

Figure 4.1 illustrates projected growth for each scenario. Under the aggressive scenario, BEV registrations would
reach 140,000 by 2030. Under the moderate and conservative scenarios registrations are 82,000 and 39,000,
respectively. Are the numbers plausible? By way of comparison, the Drive Electric Tennessee Roadmap published in
2019 contains BEV population forecasts for each state in the Southeast. This document projected Kentucky to have
a BEV population in 2028 of between 25,000 and 30,000, which aligns with our conservative estimate. Of course,
uncertainty remains over consumer behavior and other factors that influence adoption rates — macroeconomic
forces, commodity prices (e.g., lithium), supply chain constraints, and whether automakers can achieve their stated
production benchmarks.
4.2 The Impact of BEVs on Fuel Tax BEV Revenues
How much fuel tax revenues the state collects directly impacts the ability of KYTC and local governments to deliver
transportation projects. Although the pace of BEV adoption remains uncertain, we know that because Kentucky does
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not require BEV owners to pay a yearly fee to make up for lost fuel tax revenues, the state’s capacity to build and
maintain critical infrastructure diminishes slightly with each additional BEV that replaces an ICE vehicle.

Figure 4.1 Projected BEV Registrations in Kentucky (2022 – 2030)
To get a handle on how much in fuel tax revenues the state is losing — and will sacrifice in the future without fees
being imposed on BEVs — we developed simple forecasts. Several assumptions underpin our analysis. First, that
BEVs have and will replace conventional vehicles in proportion to mix of new vehicles sold (Table 4.3). Based on 2021
data, CUVs and SUVs made up 55 percent of new vehicle sales. In our forecasts, if 1,000 new BEVs are registered we
assume that 550 of those replace CUVs and SUVs.
Table 4.3 Breakdown of New Vehicle Sales
Vehicle Type
Representative Model
CUV / SUV
Ford Escape
Mid-Sized Sedan Toyota Camry
Pickup Truck
Ford F-150
Work Van
Ford Transit Connect

MPG
30
32
20
25

Percentage of New Vehicle Sales
55%
20%
20%
5%

Next, we assume that each person drives 15,000 miles per year. Third, we set the fuel tax rate at 26 cents per gallon.
Based on these assumptions, we estimated how much fuel tax revenues are lost for each vehicle replaced by a BEV
and for each vehicle segment. Losses for each segment were summed to determine overall losses. To understand
how the calculations work, take the example of a Ford Escape which travels 15,000 miles per year and gets 30 MPG.
In one year, the owner will pay $130 in state fuel taxes. Similar logic applies to the other vehicle types.
Estimating the amount of fuel tax revenues lost each year is then a simple exercise in multiplication and addition. At
the end of 2021, there were 3,621 BEVs registered in Kentucky. Table 4.4 lists the number of each vehicle type
replaced by BEVs and, under that assumption, the amount of fuel tax revenues the state missed out on — over
$500,000. Applying this method, we estimate Kentucky has lost over $1.3 million in fuel tax revenues since 2016.
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This may represent an overestimate for several reasons. Early adopters have tended to replace more fuel-efficient
vehicles. So, most purchasers would not be getting a BEV in lieu of an F-150 or comparable truck. This will change,
however, with new electric trucks being launched by Ford, GM, and other manufacturers. Second, we have used a
simplified breakdown of the market structure for the sake of computational ease. That is, different segments include
many types of vehicles with varying fuel efficiencies. Accounting for these factors could yield more precise estimates,
but perhaps not more accurate estimates without actual state-level sales data. Third, using a flat average of 15,000
miles driven per year may overstate the number of miles driven by early adopters. But we lack the data to develop
a more informed estimate.
Table 4.4 2021 Fuel Tax BEV Revenue Losses
Vehicle Type
Number Replaced By BEVs
Ford Escape
1,992
Toyota Camry
724
Ford F-150
724
Ford Transit Connect
181
Sum
3,621

Lost Fuel Tax Revenue
$258,902
$88,262
$141,219
$28,244
$516,626

Figure 4.2 illustrates projected fuel tax revenue losses for nine levels of BEV adoption, ranging from 100,000 vehicles
to 3.6 million, which is roughly the number of vehicles currently registered in Kentucky. Total losses are $14.2 million
for 100,000 vehicles. From there, it is a straight line upward as a fully electrified vehicle fleet — in the absence of an
annual fee — generates $0 in fuel tax revenue. Appendix F provides detailed breakdowns for each scenario.

Figure 4.2 Long-Term Projections of Fuel Tax Losses
A couple other caveats should be noted. First, we do not account for miles traveled out of state by vehicles that are
registered in Kentucky. Likewise, we do not factor in miles driven by vehicles registered in other jurisdictions which
are passing through the state. The latter would require information on how many miles are traveled by out-of-state
vehicles each year as well as projections of BEV adoption rates in those states and the number of miles BEVs would
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travel in place of conventional vehicles. Second, we did not calculate revenues lost due to plug-in hybrid vehicles.
While KYTC has data on the number of hybrids registered in the state, it does not distinguish between conventional
hybrids and plug-in hybrids.
4.3 Replacing Lost Fuel Tax Revenues
As Chapter 3 showed, many states have introduced annual registration fees for EVs to offset lost fuel tax revenues.
Failure to impose a registration fee will make it increasingly difficult for Kentucky and its communities to deliver on
their responsibility to build and maintain safe transportation systems that foster mobility and economic growth.
Charging a $150 annual registration fee for non-commercial BEVs is sufficient to compensate for fuel tax losses. Once
this fee is in place, it will be critical to explore registration fees for commercial BEVs (e.g., medium- and heavy-duty
trucks), although due to limitations on battery charging they will likely be slower to fully penetrate the market.
4.4 Key Takeaways
• BEV registrations in Kentucky are on an upward trend. Absent unforeseen events, the momentum behind BEVs
is unlikely to slow. By 2030, our rough estimates suggest between 38,000 and 140,000 BEVs will be registered
in the state. Given the many uncertainties involved in consumer purchasing habits and industry dynamics, it is
possible registrations will exceed the top range of our estimates.
• As BEVs (and PHEVs) replace conventional vehicles powered by ICEs, fuel tax revenues in Kentucky will decline.
Since 2016 the state has likely missed out on over $1.3 million in revenue. This problem will deepen over time
unless an annual registration fee is imposed on BEVs.
• Charging an annual registration fee of $150 for non-commercial BEVs is enough to make up for lost revenues.
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Section 5 EV Charging Infrastructure in Kentucky and Future Needs
One of the most commonly cited statistics in EV-focused reports and publications is that between 80 and 90 percent
of all charging is done at home. Charging EVs is a straightforward task if an owner lives in a single-family home. But
residents of apartments and other multi-unit dwellings face a more daunting challenge and in most cases lack access
to a convenient charging solution. For these people, owning an EV would demand routine trips to a nearby charging
station to add range. A robust public network of non-proprietary DCFC charging stations is critical for this population
of EV owners. Even vehicle owners who do most of their charging at home need access to public stations. These are
necessary to support long-distance trips. As of January 2022, Kentucky had 285 public L2 chargers and 24 public
DCFCs. Tesla Superchargers (L3) far outnumber public DCFCs, with 82 throughout the state. Charging options are
most ubiquitous in Louisville, Lexington, northern Kentucky, and along interstates and parkways (Figure 5.1). In many
parts of the state charging options are limited.

Figure 5.1 Distribution of Kentucky's Charging Stations
To understand the distribution of public L2 and DCFC charging stations in relation to EV owners, we used a GIS-based
network analysis. Leveraging EV registration data, we calculated the distance between the registration address and
nearest charging station. We excluded Tesla Superchargers and Destination Chargers from analysis, as they are
proprietary, and performed separate analyses for non-Tesla EVs and Teslas — approximately 72 percent of EVs
registered in Kentucky are Teslas. Statewide, about 74 percent of Tesla owners and 73 percent of non-Tesla owners
live within 5 miles of a L2 charger or DCFC. At the 10-mile threshold, this increases to 89 percent and 86 percent,
respectively (Table 5.1)
Looking only at DCFC charger access, just 27 percent of non-Tesla owners live within 5 miles of the nearest station,
while for Teslas this figure is 41 percent. Moving out to the 10-mile range, these percentages increase to 62 percent
and 70 percent, respectively (Table 5.2). Which indicates non-Tesla EV owners may encounter greater difficulties
recharging vehicles outside their homes.
Table 5.1 Combined L2 and DCFC Charger Accessibility
Distance to Nearest L2 / DCFC Station
Percentage of Non-Tesla EVs
< 5 miles
72.95%
< 10 miles
86.32%
< 20 miles
93.48%
< 40 miles
97.69%
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Percentage of Tesla EVs
74.19%
89.23%
95.45%
98.82%
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Table 5.2 DCFC Charging Accessibility
Distance to Nearest DCFC Station
< 5 miles
< 10 miles
< 20 miles
< 40 miles

Percentage of Non-Tesla EVs
27.16%
62.42%
75.37%
86.42%

Percentage of Tesla EVs
41.22%
70.16%
83.09%
94.11%

How many publicly accessible chargers will Kentucky need in the short- and medium-term? It depends on adoption
levels. We used the US Department of Energy’s EVI-Pro Lite tool to develop estimates for three scenarios (Table 5.3).
Our calculations assume a mix of BEVs and PHEVs and that 90 percent of drivers can charge their vehicles at home.
In purely numerical terms, the state’s existing charging infrastructure — assuming that all charging stations are
operational — may be sufficient to accommodate the current EV fleet. However, several caveats are in order. First,
it is not uncommon for non-proprietary stations to go out of service. Although companies try to repair chargers as
quickly as possible, when there is already a limited number of chargers available a 1–2-day outage can result in
serious inconveniences for drivers. Second, drivers can lack visibility of whether a non-proprietary charger is working,
if it is currently being used, and how long a vehicle has been charging for. Tesla provides this information, but the
quality of data available from other charging networks varies. Paying to charge at non-proprietary stations can also
be cumbersome as drivers cannot simply pay with a credit card, but generally must create accounts and download
an app or use a payment card exclusive to the charging network. All these issues can present obstacles to charging,
thus complicating our ability to say definitively that Kentucky’s charging network can support both EVs registered in
the state as well as out-of-state EVs which may need to charge.
Anticipated growth in EV demand requires expanding public charging infrastructure. Under the new Infrastructure
Investment and Jobs Act, Kentucky can access up to $69.45 million in federal funds over the next 5 years to finance
EV charging infrastructure. Taking full advantage of these funds will help Kentucky build a denser, more spatially
distributed charging network. A more robust charging network is critical for alleviating concerns over range anxiety
and giving motorists access to reliable charging options as they travel throughout the state.
Table 5.3 Kentucky Charging Station Needs
Charging Station
3,600 Registered EVs
Workplace L2 Chargers
98
Public L2 Chargers
78
Public DC Fast Chargers
38

10,000 Registered EVs
272
215
105

360,000 Registered EVs
9.065
6,097
2,379

5.1 Key Takeaways
• The number of charging stations and chargers in Kentucky is trending upward, but growth must accelerate to
keep pace with the expected uptick in EV ownership. It will be important to distribute charging options more
evenly throughout the state to ensure sufficient levels of access.
• The combined accessibility of L2 charging stations and DCFCs appears reasonable for most current EV owners,
with 86 percent of non-Tesla owners and 89 percent of Tesla owners being able to travel 10 miles or less to the
nearest non-proprietary charging station. But if stations go down for an extended period or are often congested,
drivers may become frustrated with their options.
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Selected Resources
In lieu of a traditional bibliography, the table below links to resources which informed development of this report.
We focused on planning documents and roadmaps issued since 2019. Consulting the resources will give readers a
sense of what states and other jurisdictions are focusing on in formal planning efforts with respect to EVs.
Jurisdiction
Alabama
Arizona

California

Colorado
Connecticut
Florida
Iowa
Minnesota
Montana
Nevada
New York
North Carolina
Ohio
Oklahoma
Pennsylvania
REV West
SETRI
South Carolina
Tennessee

Resource
• Alabama Electric Vehicle Infrastructure Plan (2022)
• Arizona Statewide Transportation Electrification Plan: Phase II (2021)
• Arizona Interstate 10 Alternative Fuels Corridor Deployment Plan (2020)
• California Electric Vehicle Infrastructure Deployment Assessment: Senate
Bill 1000 Report (2020)
• Clean Transportation Program
• 2021 – 2023 Investment Plan Update for the Clean Transportation
Program (2021)
• Colorado Electric Vehicle Plan (2020)
• EV Fast-Charging Corridors
• Electric Vehicle Roadmap for Connecticut (2020)
• Florida Electric Vehicle Roadmap (2020)
• EV Infrastructure Master Plan (2021)
• Charging Forward: Iowa’s Opportunities for Electric Vehicle Infrastructure
Support (2019)
• Eastern Iowa Electric Vehicle Readiness Plan (2021)
• Accelerating Electric Vehicle Adoption: A Vision for Minnesota (2019)
• Guidance: use, Site Design, and Operations of Electric Vehicle (EV)
Chargers at MnDOT Facilities (2021)
• Electric Vehicles and Montana Highways (2021)
• Navigating Operations for Transportation Electrification and Solar
Charging: Steps and Lessons Learned in Montana Communities (2021)
• Nevada Electric Highway
• Electrifying New York: An Electric Vehicle Vision Plan for New York City
(2021)
• Best Practices Guides and Cases (multiple available documents)
• North Carolina ZEV Plan: A Strategic Plan for Accelerating Electric Vehicle
Adoption in North Carolina (2019)
• Electric Vehicle Charging Study (2020)
• ChargeOK — Oklahoma Electric Vehicle Charging Program
• Pennsylvania Electric Vehicle Roadmap (2021)
• Drive Electric PA Coalition
• REV West Progress Report (2020)
• Southeast Electric Transportation Regional Initiative
• Electric Vehicle Stakeholder Initiative
• A Roadmap for Electric Vehicles in Tennessee (2019)
• Drive Electric Tennessee
• State of Utah Electric Vehicle Master Plan (2020)

Utah
Western Governors’
• Electric Vehicles Roadmap Initiative (2021)
Association
* All links are functional as of 3.8.2021
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Appendix A ChargeOK Request for Proposals
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Appendix B Charge Ahead Colorado Application Form
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Appendix C Summary of BEV and Hybrid Vehicle Fees and Revenue Distribution Models
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State
Alabama1

EV Fee
$200 annual fee (Increase of $3
every 4 years beginning in 2023)
$200 annual fee

Hybrid Fee
$100 annual fee for plug-ins
(Increase of $3 every 4 years
beginning in 2023)
$100 annual fee

$100 annual fee for a zeroemission vehicles model year
2020 or later. The fee is tied to
the Consumer Price Index and
increases each year according to
the index.
$50 annual fee

Revenue Distribution
The first $100 of EV revenue and $75 of hybrid revenue is allocated as
follows: 66.67% state, 25% counties, 8.33% cities; remainder is deposited in
the Rebuild Alabama Fund which funds electric charging infrastructure.
Revenue is classified as “special revenue” and allocated to the State
Highway and Transportation Department Fund.
After Department of Motor Vehicles administrative costs, the revenue is
allocated to the Road Maintenance and Rehabilitation Account, of which
50% is allocated to local governments.

Arkansas
California

$50 annual fee

Hawaii4
Idaho

Non-commercial vehicle annual
fee of $213.70; commercial
vehicle fee of $320.65 (both
current as of 2021)
$50 annual fee
$140 annual fee

60% of revenue is allocated to the Highway Users Tax Fund (of this 22% is
allocated to counties and 18% to cities) with the remaining 40% allocated
to the Electric Vehicle Grant Fund which provides grants for charging
infrastructure installation and operating costs.
Revenues must be used for “transportation purposes” only

$75 annual fee (plug-in)

Illinois

$100 annual fee

Indiana

$150 annual fee (indexed for
inflation with motor fuels tax)
$97 annual fee (increasing to
$130 in 2022)
$100 total registration fee
(higher than regular registration,
but not a separate fee)

Colorado2

Georgia3

Iowa
Kansas

Michigan5

$135 annual fee for EVs <8,000
lbs.; $235 annual fee for EVs
>8,000 lbs.

$50 annual fee (indexed for
inflation with motor fuels tax)
$48.75 annual fee for plug-ins
(increasing to $65 in 2022)
$50 total registration fee for
hybrid and plug-ins (higher
than regular registration, but
not a separate fee)
$47.50 annual fee for plug-ins
<8,000 lbs.; $117.50 annual
fee for plug-ins >8,000 lbs.

KTC Research Report Analysis of EV Revenue Issues and Corridor Planning

Revenue collected from this fee is allocated to the State Highway Fund.
Revenue is collected and distributed from the Highway Distribution
Account: 60% to the state highway account and 40% to local governments
for construction and maintenance of roads and bridges, bond repayment.
All but $1 of each fee is allocated to the State Road Fund; the $1 is allocated
to the Secretary of State Special Services Fund.
Revenue is allocated to the Local Road and Bridge Matching Grant Fund,
which supports local road and bridge projects.
Revenue is allocated to the Road Use Tax Fund (32.5% allocated to counties
and 20% to cities).
Revenue is allocated to the State Highway Fund.

Revenues are allocated to the Michigan Transportation Fund (39.1%
allocated to counties and 21.8% to cities) and to the Scrap Tire Regulation
Fund.
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State
Minnesota

EV Fee
$75 annual fee

Hybrid Fee

Mississippi

$150 annual registration fee (to
be annually adjusted by CPI)

$75 annual registration fee (to
be annually adjusted by CPI)

Missouri

$75 annual fee (includes other
alternative fuels such as
propane, natural gas, etc.)
$75
annual
fee
(covers
alternative fueled vehicles to
include electric, solar, or
anything not subject to motor
fuels taxes)
$130 annual fee

$37.50 annual fee for plug-ins

North
Dakota
Ohio6

$120 annual road use fee

$50 annual road use fee (plugins)
$100 annual fee

Oklahoma

$110 annual fee for EVs < 6000
lbs.; $158 annual fee for EVs
>6,000 lbs. & <10,000 lbs.; $363
for EVs >10,000 lbs. & <26,000
lbs.; $2,250 annual fee for EVs
>26,000 lbs.

Oregon7

$110 annual fee

Nebraska

North
Carolina

$200 annual fee

Revenue Distribution
Revenue is allocated to the Highway User Tax Distribution Fund (29%
allocated to counties and 9% to cities).
“The department shall apportion the proceeds of the taxes among the
various purposes specified for gasoline and diesel fuel taxes in the same
proportion that those taxes were apportioned for those purposes during
the previous state fiscal year.”
Revenue is allocated to the State Highway Fund (10% allocated to counties
and 15% to cities).
Revenue is allocated to the Highway Trust Fund (23.3% each allocated to
counties and cities).

$82 annual fee for plug-ins <
6000 lbs.; $118 annual fee for
plug-ins >6,000 lbs. & <10,000
lbs.; $272 for plug-ins >10,000
lbs. & <26,000 lbs.; $1,687
annual fee for plug-ins
>26,000 lbs.
Additional fees are based on
miles per gallon; hybrids could
be subject to a slightly higher
fee of $33 for vehicles with 40
mpg or greater.
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Revenue is allocated as follows: 85% goes to the Highway Fund to support
existing infrastructure projects such as repaving, bridge replacement, etc.;
the remaining 15% is allocated to the Highway Trust Fund.
Revenue is allocated to the Highway Tax Distribution Fund (34.5% allocated
to counties).
Revenue is allocated as follows: 55% to the Highway Operating Fund; 45%
to the Gasoline Excise Tax Fund. Of that 45% allocated to the Gasoline Excise
Tax Fund, it is split amongst municipalities, counties, and townships as
follows: 42.86%, 37.14%, and 20% respectively.
Revenue is allocated to a new Driving on Road Infrastructure with Vehicles
of Electricity (DRIVE) Revolving Fund until July 1, 2027; after July 1, 2027 the
revenue is divided 85% between the DRIVE Fund and 15% to county
governments.

Revenue is allocated 50% to the Department of Transportation, 30% to
counties, and 20% to cities.
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State
South
Carolina
South
Dakota
Tennessee
Utah8

EV Fee
$120 biennial fee

Virginia

$64 annual license tax

$52 annual fee (plug-ins); $20
annual fee for other hybrids
$64 annual license tax

Washington

$225 annual registration fee

$75 annual registration fee

West
Virginia
Wisconsin

$200 annual fee

$100 annual fee

$100 annual fee

$75 annual fee

Wyoming

$200 annual fee

1.
2.
3.
4.
5.
6.
7.

Hybrid Fee
$60 biennial fee

$50 annual registration fee
$100 annual registration fee
$120 annual fee

Revenue Distribution
Revenue is allocated to the Infrastructure Maintenance Trust Fund, to
provide funding for maintenance and repair of existing infrastructure.
Revenue is allocated to the state highway fund.
Revenue is allocated to the Highway Fund.
Revenue is allocated to the Transportation Fund (30% allocated to local
governments).
Revenue is allocated to the Highway Maintenance and Operating Fund and
is required to be used by districts for transportation.
Revenue collected from the EV fee is allocated 70% to the motor vehicle
fund, 15% to the transportation improvement account, and 15% to the rural
arterial trust account; revenue collected from the hybrid fee termed the
“Hybrid Vehicle Transportation Electrification” fee is allocated to EV
charging stations.
Revenue from EV fees is allocated to the Transportation Fund; revenue from
hybrids is allocated to the State Road Fund.
Revenue is allocated to the state Transportation Fund (25% of this is
distributed to local governments).
Revenue is allocated to the state highway fund.

These fees may be reduced by $50 and $25 respectively if a federal fee is enacted and the revenue is directed to highway transportation purposes in the
state.
Applies to all vehicles that fall under the term “plug-in electric drive” in 26 U.S.C. sec. 30D whose definition is a motor vehicle “which is propelled to a
significant extent by an electric motor which draws electricity from a battery…that is capable of being recharged by an external source”.
“These fees must be adjusted each year according to a statutory formula based on the percentage increase or decrease in average motor vehicle fuel
efficiency as measured by the United States Department of Energy.” See: https://dor.georgia.gov/alternative-fuel-vehicles-annual-licensing-fees-policybulletin. They apply to any alternative fueled vehicle, which includes EVs.
Some revenue is allocated to local governments as per the following language: “The department of transportation shall establish county subaccounts within
the state highway fund… funds in each county subaccount shall be expended for state highway road capacity projects in the respective county.”
Fees are indexed to the motor fuels tax; for each penny increase in fuel tax above 19 cents results in an increase in the EV fee of $5 and the plug-in fee of
$2.50. Current fees are based on a motor fuels tax of 26.3 cents.
EVs are defined as a plug in electric motor vehicle that is powered in full or partly by a rechargeable battery; Hybrids are defined as those that include both
a combustion engine and stored electricity.
Electric vehicle owners can opt to participate in Oregon’s road usage charge program, OReGo, in lieu of paying the annual fee. The current charge per mile
is 1.8 cents.
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8.

Starting in 2022 these fees will be indexed to the Consumer Price Index. EV owners can elect to participate in the state’s Road Usage Charge Program with
a charge of 1.5 cents per mile up to the annual fee. Those that chose to participate will never be charged more than the annual fee.

KTC Research Report Analysis of EV Revenue Issues and Corridor Planning

51

Appendix D Legislation Proposed in 2021 Related to EVs
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State
Arizona

Bill
H 2437

California
Florida

S 542
S 138

H 819
S 1276

Hawaii

S 1309

Indiana

S 125

Louisiana

H 582
H 615
S 314

Minnesota

S 1086
H 1878
H 2250

Brief Summary
• Levied annual EV fees of $111 in FY21-22, $139 in FY22-23, and $166 in FY23-24; subsequent annual
adjustments tied to GDP deflator
• Levied annual fees on vehicles powered by a combination of gas and electricity of $45 in FY21-22, $56 in
FY22-23, and $67 in FY 23-24; subsequent annual adjustments tied to GDP deflator
• Provides tax exemptions for zero emissions trucks
• Establish Electric Vehicle Infrastructure Grant program to provide financial assistance to encourage the
installation of electric vehicle charging infrastructure.
• Requiring the department to develop a supplemental master plan to address electric vehicle charging
station infrastructure
• Prohibiting certain rules adopted by the Department of Agriculture and Consumer Services from requiring
specific methods of sale for electric vehicle charging equipment
• Levied annual EV registration fee; $150 for vehicles <10,000 lbs. and $235 for vehicles> 10,000 lbs.
• Levied annual registration fee for plug-in hybrids of $50
• The Department of Highway Safety and Motor Vehicles is required to provide notice when EVs make up >5%
of the total vehicles registered
• Assesses annual EV registration fee of $200
• Assess annual hybrid registration fee of $50
• Electric and alternative fuel vehicle registration surcharge fee of $50, non-electric of $45
• Luxury vehicle tax for non-electric vehicles over $60,000
• Set up a rebate program that incentivizes the installation or upgrade of an electric vehicle charging system,
with various incentives based on the type of system ranging from $3,000 for a system upgrade up to $35,000
for a direct current fast charging station
• Annual supplemental fee for EVs of $150 and hybrid vehicles of $50; adjustments to fee occur every 5 years
• Electric of hybrid motorcycles are subject to a $25 fee
• Imposes annual EV road use fee of $200 and hybrid road use fee of $100
• Levies annual EV tax of $400 and hybrid tax of $275
• Requires the calculation and imposition of an alternative fuel vehicle tax; calculation is based on total gas
tax revenues from the prior year divided by the total number of registered vehicles (tax must be equal to this
result).
• Requires EV surcharge of $229, plug-in hybrid surcharge of $114.50
• Electric motorcycles are also subject to a surcharge of $46 and plug-in hybrid motorcycles surcharge of $23
• Adds a tax to electric charging stations of 5-1/10 cents per kilowatt hour including both public and private
stations; certain exemptions are made for transit agencies, medical and community transport, and ambulance
services
• Requires EV surcharge of $229, plug-in hybrid surcharge of $114.50
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State

Bill

Montana

H 188

New Jersey

S 231

North
Dakota
Oklahoma

H 1464

• Imposes an annual EV fee of $135, plug in hybrid fee of $70, and an electric motorcycle fee of $35

S 656

• Levies sales tax of 4.5% on EVs with 60% of proceeds accruing the Construction and Maintenance Fund and
40% to county highway funds; EVs that are subject include those “propelled solely or to a significant extent
by an electric motor which draws electricity from a battery or other portable sources of electric current and
is capable of being recharged from an external source of electricity.”
• Imposes a tax of three cents ($0.03) per kilowatt hour on electricity used for EV charging as well as requires
charging stations to register with the state and be tested for accuracy (private chargers exempt and legacy
and pre-existing public stations are exempt until 2041)
• Registration fees for EVs and hybrid vehicles are based on vehicle class: Class 1 gross weight <6,000 lbs.,
Class 2 gross weight >6,000 lbs. but <10,000lbs, and Class 3, 4, 5, & 6 gross weight >10,000 lbs. by < 26,000
lbs., and Class 7 & 8 gross weight >26,000 lbs.
• Annual registration fee for EVs: Class 1 fee is $110, Class 2 fee is $158, Class 3, 4, 5, 6 fee is $363, and Class
7 & 8 fee is $2,250
• Annual registration fee for plug-in hybrids: Class 1 fee is $82, Class 2 fee is $118, Class 3, 4, 5, 6 fee is $272,
and Class 7 & 8 fee is $1,687
• Revenue collected from these fees is divided 85% to the Driving on Road Infrastructure with Vehicles of
Electricity (DRIVE) Fund to administer the act and 15% to counties
• Road use fee for EVs and hybrids based on weight; hybrids less than 26,000 lbs. and not a motorcycle the
fee is $75 per year, for EVS less than 26,000 lbs. the fee is $380 per year, and for EVs greater than 26,000 lbs.
the fee is $450 per year; allows for some exemptions
• Establishes an annual EV registration fee of $50, but does not apply to motorcycles
• Defines an EV as a “noncommercial motor vehicle that is propelled by an electric motor that draws electricity
from a battery that is capable of being recharged from an external source of electricity”
• Levies annual renewal fee on hybrid vehicles of $100 and EVs of $200

H 2234

Pennsylvania

H 1358

South
Dakota

H 1053

Texas

H 427

Brief Summary
• If gas tax is increased or decreased these fees must change by a matching percentage
• Sets a fee schedule for different types of EVs; standard vehicle less than 1 ton $195, truck with GVW of
26,000 lbs. or less $375, truck with GVW greater than 26,000 lbs. $1,300, and a motor home $450
• For vehicles that are not registered in the state but is operated on an itinerant basis a fee is required based
on trip distance: $12 for each trip of 200 miles or less; $20 for each trip of over 200 to 400 miles; and $30 for
each trip of over 400 miles.
• Establishes the Alternative Fuel Vehicle Transportation Financing Commission to study ways in which EVs
could be taxed to contribute to the maintenance of the state’s transportation system
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State

Bill

S 1728

Virginia

S 453

Washington

S 5085

Brief Summary
• Defines an EV as “a motor vehicle that uses electricity as its only source of motor power and a hybrid vehicle
as a “a motor vehicle that uses gasoline or conventional diesel fuel and electricity as its sources of motor
power”
• Establishes Texas Transportation Electrification Council and denotes membership selection
• Requires the Council to assess existing and planned public electric vehicle charging infrastructure and
develop a comprehensive Electric Vehicle Charging Infrastructure plan with specific requirements including
network/locations
• Mandates involvement of identified stakeholders in plan development
• EV owners can pay an annual registration fee of $190 for vehicles up to 6,000 lbs. and $240 for those >6,000
lbs. but <10,000 lbs., or they can opt to participate in a mileage fee alternative (paid annually, based on
odometer reading); they are also subject to an additional $10 surcharge
• For EVs <6,000 lbs. the fee schedule is: 3,000 miles or less $30, 3,001 to 6,000 miles $70, 6,001 to 9,000
miles $110, 9,001 to 12,000 miles $150, 12,001 miles or more $190
• For EVs >6,000 lbs. the fee schedule is: 3,000 miles or less $40, 3,001 to 6,000 miles $90, 6,001 to 9,000
miles $140, 9,001 to 12,000 miles $190, 12,001 miles or more $240
• Plug-in hybrid owners can pay an annual registration fee of $30 for vehicles up to 6,000 lbs. and $40 for
those >6,000 lbs. but <10,000 lbs., or they can opt to participate in a mileage fee alternative (paid annually,
based on odometer reading)
• For plug-in hybrids <6,000 lbs. the fee schedule is: 3,000 miles or less $5, 3,001 to 6,000 miles $10, 6,001 to
9,000 miles $20, 9,001 miles or more $30
• For plug-in hybrids >6,000 lbs. the fee schedule is: 3,000 miles or less $10, 3,001 to 6,000 miles $20, 6,001
to 9,000 miles $30, 9,001 miles or more $40
• Directs the Secretary of Transportation to analyze how increased fuel efficiency and hybrid and EVs will
impact revenue as well as options to address funding with a sustainable revenue source.
• Requires annual fee for EVs of $100 which includes any vehicle that “uses at least one method of propulsion
that is capable of being reenergized by an external source of electricity”, electric motorcycles fee is $30
• Prescribes the fund distribution process when anything over $1 million is collected
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Appendix E State-Level Incentives for EV Purchases
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State
Arizona
California

Colorado

Connecticut

Delaware

Incentive (EV, Plug-in Hybrid, and/or EVSE)
Alternative fueled vehicles can receive an occupant exemption via a special license plate to use
HOV lanes.
Alternative fueled vehicles have lower vehicle license taxes.
Clean Transportation Program (administered by the California Energy Commission) invests up
to $100 million annually from registration, plate, and smog abatement fees in a variety of
projects and incentives such as ESVE and EV adoption.
The California Air Resources Board administers the Hybrid and Zero Emission Truck and Bus
Voucher Incentive Project and Low NOx Engine Incentives which offer vouchers to fleets to
assist with affordability of EV and hybrid vehicles. Vouchers are available in amounts from
$2,000 to $315,000 dependent on the vehicle and if the vehicle will be located in a
disadvantaged community.
The Clean Vehicle Rebate Project provides rebates for qualified vehicles that have been
approved by the Air Resources Board. Amounts are based on the vehicle type and are available
not only to individuals but businesses and government agencies: $4,500 for fuel cell vehicles,
$2,000 for EVs, $1,000 for plug-in hybrids, and $750 for zero-emission motorcycles.
The Property Assessed Clean Energy Loss Reserve Program helps finance the purchase and
installation of EVSE though they are run by local governments; borrowers repay via a special
assessment on the property. The maximum amount to be financed is limited to 15% of up to
$700,000 of property value and 10% of any remaining value over $700,000.
Zero-emission transit buses are exempt from state sales and use taxes when purchased by
public agencies that are eligible for the Low Emission Truck and Bus Purchase Vouchers.
EVs titled and registered in Colorado are eligible for a tax credit of varying amounts dependent
on the year and vehicle type. The tax credit differs depending on the income tax year and the
vehicle category, which includes light-duty EVs, light-duty electric trucks, medium-duty electric
trucks and heavy-duty electric trucks.
The Colorado Energy Office and Regional Air Quality Council offer grant opportunities via the
Charge Ahead Colorado program to support EV and EVSE adoption.
The Colorado Department of Local Affairs administers the Energy/Mineral Impact Assistance
Fund Grant program that offers local governments funding to assist with the cost of alternative
fueled vehicles.
Colorado exempts EVs from state motor vehicle emissions inspections.
The Connecticut Hydrogen and Electric Automobile Purchase Rebate Program offers rebates of
up to $9,500 for an EV or hydrogen fuel cell powered vehicle (to be eligible vehicles must not
be greater than $60,000 for hydrogen and $42,000 for EVs).
The Connecticut Department of Energy and Environmental Protection utilized funding from the
Volkswagen Environmental Mitigation Trust to support the Diesel Emissions Mitigation
Program. The program covers costs needed to replace or repower heavy-duty vehicles with
varying amounts available for public and private entities as well as whether a vehicle is being
replaced or repowered.
EVs qualify for a reduced biennial vehicle registration fee of $38.
A Clean Vehicle Rebate Program is available for new alternative fueled vehicles with amounts
varying by vehicle type such as $1,000 for a plug-in hybrid and $2,500 for an EV (max. purchase
price to qualify is $60,000).
EVSE rebates for Level 2 chargers are available for qualified installations at commercial,
government, or multifamily locations. Rebates cover 75% of commercial installations and 90%
for others (max. rebate is $3,500 for single port and $7,000 for dual port).
EV owners that have a grid-integrated EV can receive a credit per kilowatt-hour for energy
discharged from the EV battery at the same rate paid for charging the battery.
A heavy-duty vehicle rebate program offers up to $20,000 for heavy-duty natural gas fueled
vehicles.
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State
Florida
Georgia

Hawaii

Idaho

Illinois

Indiana
Iowa

Louisiana

Maine

Maryland

Massachusetts

Incentive (EV, Plug-in Hybrid, and/or EVSE)
Local governments are authorized to assess non-ad valorem taxes to fund certain
infrastructure including EVSE installation; individual property owners can apply for funding and
financing through the local government for ESVE installation.
Tax credits are available for alternative fuel medium duty vehicles (max. $12,000) and heavyduty vehicles (max. $20,000).
Alternative fueled vehicles with designated license plates are eligible to use HOV and HOT lanes
(expires Sept. 30, 2025).
Hawaii Energy administers a public utilities commission program for varying EVSE incentives.
To install a Level 2 charger the rebate is $4,500 while an upgrade to an existing station is
$3,000; DC fast chargers qualify for $35,000 for an install and $28,000 for upgrade (max. total
rebates offered per fiscal year is $500,000). Total rebates per fiscal year are capped at
$500,000.
EVs, plug in hybrids, and hybrid electric vehicles are exempt from state inspection and
maintenance programs.
Using funding from the Volkswagen Environmental Mitigation Trust Idaho’s EVSE “program
provides cost-shared funds for direct current fast charger equipment. EVSE stations located
along highways and interstates will be prioritized to create a network of electric vehicle
charging services for the public.”
The Illinois Department of Education provides reimbursements school districts for the costs of
changing gasoline buses to either more fuel-efficient engines or alternative fuels.
EV fleet owners are exempt from the annual $20 vehicle registration fee (applies to fleets of
10 or more vehicles).
EVs are exempt from state emissions inspections.
Using funding from the Volkswagen Environmental Mitigation Trust, Indiana is supporting the
replacement or conversion of medium and heavy-duty vehicles. Funding is allocated via grants
based on responses to a request for proposals.
Using funding from the Volkswagen Environmental Mitigation Trust, the Iowa Department of
Transportation offers funding to either repower or replace medium and heavy-duty vehicles
provides funding to repower or replace certain medium- and heavy-duty vehicles. Funding is
allocated through a competitive application process.
Louisiana offers an income tax credit for 30% to support alternative fuel infrastructure
including the cost of fuel conversion equipment, alternative fueling equipment or related
property. Additionally, a credit of 10% is offered for new alternative fueled vehicles (max.
$2,500).
Using funding from the Volkswagen Environmental Mitigation Trust, Efficiency Maine offers
consumers varying rebates for EV and plug-in hybrid purchasing and leasing. provides rebates
for purchasing or leasing a BEV or PHEV. Individual consumers are eligible for up to $3,000 for
an EV and $1,500 for a plug-in hybrid if their income meets requirements. This program ended
Dec. 21, 2021.
A seller of electricity solely for EV battery charging is not regulated as an electricity provider
and an EVSE provider can only charge for kilowatt-hours used.
The Maryland Energy Administration administers the Maryland Alternative Fuel Infrastructure
Program which provides support for charging and alternative fuel infrastructure; DC fast
chargers are included and have a maximum award amount of $55,000.
EVs can utilize HOV lanes required they have a permit and a maximum speed of 65 mph.
Vehicles with zero emissions are exempt from inspections requirements.
The Massachusetts Electric Vehicle Incentive Program (MassEVIP) offers grants to public fleets
for purchasing or leasing EVs and Level 2 EVSE aong with zero-emission motorcycles. Grant
amounts are up to $7,500 for purchased EVs, $5,000 for leased EVs. $5,000 for purchased plugin hybrids, $3,000 for leased plug-in hybrids, and $750 for motorcycles. EVSE is also available
for up to $7,500 if at least 2 EVs are also purchased.
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State

Michigan
Minnesota

Missouri
Montana

Nebraska

Nevada

New Jersey

New Mexico

New York

Incentive (EV, Plug-in Hybrid, and/or EVSE)
“The Department of Energy Resources' Massachusetts Offers Rebates for Electric Vehicles
(MOR-EV) program… support qualifying battery electric vehicles (BEVs) and fuel cell electric
vehicles (FCEVs) up to a $50,000 final purchase price with a $2,500 rebate. Additionally, plugin hybrid electric vehicles (PHEVS) with an all-electric range of 25 miles or greater and with a
final purchase price up to $50,000 are eligible for a $1,500 rebate.” Trucks are also included in
this program with purchases of alternative fueled medium and heavy-duty trucks with rebates
based on gross vehicle weight rating.
EV are exempt from emissions inspection.
MassEVIP Workplace & Fleet Charging offers incentives for installation of Level 1 and 2 charging
stations; applicants must have 15 or more employees and funding is provided up to 60% of the
cost (max. $50,000). Grants are also available for the same terms for multiunit dwellings where
the charger is accessible a minimum of 12 hours per day.
Alternative fueled vehicles are exempt from emissions inspections.
Using funding from the Volkswagen Environmental Mitigation Trust, an electric school bus pilot
program was funded to replace diesel buses with electric buses with wards up to $275,000 or
75% of project costs (applications ended in 2020).
A pilot program provides a MnPass account credit so EV owners can use toll lanes; credits are
available for EVs in the amount of $250 and plug-in hybrids of $125. Program runs from 20192022.
Alternative fueled vehicles are exempt from emissions inspections.
Using funding from the Volkswagen Environmental Mitigation Trust, the Montana Department
of Environmental Quality offers grants to replace medium and heavy-duty vehicles with electric
and diesel hybrid vehicles. Funding is also being used to fund electric charging stations across
the state.
An income tax credit of up to 50% of costs to convert vehicles to alternative fuels is available
for both businesses and individuals.
The Nebraska Energy Office administers the Dollar and Energy Saving Loan Program; this
program offers low cost loans for alternative fuel projects such as purchase of alternative fuel
vehicles, conversion of existing vehicles, and construction of stations to support alternative
fuel vehicles. These loans are available up to $500,000 with an interest rate of 5% or less.
Public school districts are eligible for a grant program that covers 75% of the costs to install
EVSE or purchase electric school buses.
Alternative fuel vehicles are exempt from emissions inspections and hybrids are exempt for
the first five model years.
Zero emissions vehicles are exempt from state sales and use tax (applies to those sold, rented,
or leased in New Jersey).
The New Jersey Board of Public Utilities provides a rebate to those purchasing or leasing an EV
or plug-in hybrid (MSRR must be less than $55,000) of $25 per mile of all-electric range, with a
max. of $5,000. Program starts in 2020 with the plug-in rebate expiring in 2022 and the EV
rebate in 2030.
New Jersey Turnpike Authority's manages a Green Pass Discount Plan which provides a 10%
discount on off-peak toll rates for vehicles that attain 45 mpg or higher and meet the California
Super Ultra Low Emission Vehicle standard.
The New Mexico Energy, Minerals and Natural Resources Department’s Alternative Fuel
Acquisition Revolving Loan Program provides loans to government agencies to purchase
alternative fueled vehicles.
New Mexico is developing a grant program to assist with grid modernization to include EV
charging stations.
The New York State Energy Research and Development Authority offers rebates up to $2,000
for purchasing or leasing a new EV.
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State

North Carolina
Ohio

Oklahoma
Oregon

Pennsylvania

Rhode Island
South Carolina
South Dakota

Tennessee

Incentive (EV, Plug-in Hybrid, and/or EVSE)
The New York State Energy Research and Development Authority’s Charge Ready NY program
offers rebates of up to $4,000 per port for Level 2 chargers installed in public parking,
workplaces, and multiunit dwellings.
The New York State Energy Research and Development Authority has vouchers for the
purchase of alternative fuel heavy-duty trucks and school buses. Vouchers are good for 80% of
costs (max. $150,000) for electric school buses, 95% of costs (max. $185,000) for electric trucks,
90% of the costs (max. $120,000) for plug-in hybrid trucks.
An income tax credit for 50% of the cost of alternative fuel infrastructure including EVSE, up to
$5,000. This program expires in 2022.
EVs are exempt from emissions inspections.
EVs are exempt from emissions inspections.
EVs are eligible to use HOT lanes (expires 2025).
EVs are exempt from emissions inspections following an initial visual inspection.
Using funding from the Volkswagen Environmental Mitigation Trust, the Ohio Environmental
Protection Agency is providing grants for charging stations. Grants cover 100% of the cost for
chargers on government property and up to 80% on non-government-owned property.
Another program assists with replacing diesel powered engines and replacing them with,
among other options, electric powered engines.
A tax credit is available for up to 45% of the cost of installing alternative fuel infrastructure such
as EVSE.
Oregon’s Clean Vehicle Rebate Program offers consumers up to $2,500 for the purchase or
leave of an EV or plug-in hybrid; those with lower incomes (“the income requirement is up to
400% of the federal poverty guideline and are based upon the applicant's household size”). can
qualify for a rebate up to $5,000. MSPR must be less than $50,000 and rebate amounts vary by
battery type: $750 for zero emission motorcycles, $1,500 for battery under 10 kWh, and $2,500
for battery of 10 kWh or more. If applicants meet the income thresholds, the rebate rises to
$4,000 for a battery under 10 kWh and $5,000 for a battery of 10 kWh or more.
The Alternative Fuels Incentive Grant Program offers $5 million in grants per year to support
• “Incremental cost expenses relative to retrofitting vehicles to operate on alternative
fuels as a bi-fuel, dual-fuel, hybrid or dedicated vehicle.
• Incremental cost expenses to purchase bi-fuel, dual-fuel, hybrid or dedicated vehicles.
• The cost to purchase and install the necessary fleet refueling or home-refueling
equipment for bi-fuel, dual-fuel, hybrid or dedicated vehicles.
• The cost to perform research, training, development, and demonstration of new
applications or next-phase technology related to alternative fuel vehicles.”
The Alternative Fuel Vehicle Rebate program offers consumers rebates on the purchase of
certain vehicles with an MSRP less than $50,000 including $750 for an EV and $500 for a plugin hybrid. Low income residents can receive an extra $1,000.
Using funding from the Volkswagen Environmental Mitigation Trust, Pennsylvania is funding
some DC fast charging stations and offer rebates for public Level 2 chargers. Additional funding
is being directed to support truck and bus repowering or replacement with alternatives
including electric.
EVs are exempt from emissions inspections but still must pass a safety inspection.
Electric utility companies can seek to recover costs associated with, among other things, EV
charging.
Using funding from the Volkswagen Environmental Mitigation Trust, the South Dakota
Department of Agriculture & Natural Resources is offering funding for school bus and truck
conversion and replacement to lower emissions options including electric and “light duty Zero
Emissions Vehicle supply equipment”.
Using funding from the Volkswagen Environmental Mitigation Trust, the Tennessee
Department of Environment and Conservation offers grants for school bus repower or
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State

Texas

Utah

Vermont

Virginia
Washington

Wisconsin

Incentive (EV, Plug-in Hybrid, and/or EVSE)
replacement with lower emissions options including electric (max. $750,00 per grantee), transit
bus replacements, freight truck replacement, light duty EV equipment supporting the Fast
Charge TN Network in partnership with the Tennessee Valley Authority.
The Light-Duty Motor Vehicle Purchase or Lease Incentive Program administered by the Texas
Commission on Environmental Quality offers a rebate of up to $5,000 for EVs.
The Texas Commission on Environmental Quality has an Alternative Fueling Facilities Program
that includes electric charging.
Using funding from the Volkswagen Environmental Mitigation Trust, the Texas Commission on
Environmental Quality is offering grants for DC Fast Charge stations (can request $150,000 per
unit installed with a max. of $600,000 per site with reimbursement rates varying by location)
and previously offered grants for Level 2 charging equipment and bus repower or replacement.
EVs are exempt from emissions inspections.
EVs that have a Clean Vehicle Pass can use HOV lanes regardless of passenger counts.
The Alternative Fuel Grant Program offers up to $2,500 per vehicle for converting vehicles
lower emissions alternatives including electric.
Through the Workplace Electric Vehicle Charging Funding Assistance Program, businesses and
government agencies can apply for grants to reimburse up to 50% of the cost of installing EVSE.
The Vermont Agency of Transportation offers varying incentives for both EVs and plug-in
hybrids based on different income thresholds with the maximum available amount for an EV is
$4,000 and $3,000 for a plug-in hybrid.
Using funding from the Volkswagen Environmental Mitigation Trust, The Department of
Housing and Community Development has an EVSE Grant Program that includes Multiunit
Dwelling electric vehicle Charging grants (max. of $80,000 per site, $300,000 per applicant).
The Electric Vehicle Charging Station Loan Program through the State Infrastructure Bank offers
financing for EVSE projects. Projects can receive financing of up to $100,000 at 1%.
EVs are exempt from emissions inspection.
EVs with a Clean Special Fuel license plate can use HOW lanes; annual fee for plate is $25.
The Washington State Department of Transportation oversees the Zero emission vehicle
infrastructure grant program; priority is given to EVSE projects along highway corridors.
awards grants to support EVSE deployment projects along the state’s highway corridors.
EVs and EVSE can be exempt from sales and use tax.
EVs are exempt from emissions control inspections; plug-in hybrids that are rated at least 50
mpg city are also exempt.
Business that use commercial vehicles can qualify for a tax credit for purchasing alternative
fuel vehicles (75% of incremental cost or $25,000 whichever is less) or modifying vehicles to
run on alternative fuels (50% of conversion costs or $25,000 whichever is less); this includes
electricity as an alternate fuel. Additional credit is available for installing infrastructure such as
charging (50% of the cost).
Green Transportation Capital grants offer funding for transit agencies to electrify fleets and
facilities to support EVs.
Using funding from the Volkswagen Environmental Mitigation Trust, grants are available
through the Electric Vehicle Charging Station Grant Program (removed from statute due to
Supreme court decision) for the installation of EVSE with varying shares based on location and
the Transit Capital Assistance Grant Program offering funding for replacing buses with
alternative fuel including electric.
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Appendix F Detailed Estimates for Fuel Tax Revenue Losses
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Table F1 Fuel Taxes Paid 2021 Ford Escape SE, 1.5L, 3 Cylinder, Automatic
Miles Driven

MPG

State Gas Tax Paid

5,000

30

$43.33

7,500

30

$65.00

10,000

30

$86.67

12,500

30

$108.33

15,000

30

$130.00

16,305

30

$141.31

Table F2 2021 Toyota Camry LE/SE 2.5 L, 4 Cylinder, Automatic
Miles Driven

MPG

State Gas Tax Paid

5,000

32

$40.63

7,500

32

$60.94

10,000

32

$81.25

12,500

32

$101.56

15,000

32

$121.88

16,305

32

$132.48

Table F3 2021 Ford F-150 Pickup 4WD FFV 3.3 L, 6 Cylinder, Automatic
Miles Driven

MPG

State Gas Tax Paid

5,000

20

$65.00

7,500

20

$97.50

10,000

20

$130.00

12,500

20

$162.50

15,000

20

$195.00

16,305

20

$211.97

Table F4 2021 Ford Transit Connect, 2.0 L, 4 Cylinder, Automatic
Miles Driven

MPG

State Gas Tax Paid

5,000

25

$52.00

7,500

25

$78.00

10,000

25

$104.00

12,500

25

$130.00

15,000

25

$156.00

16,305

25

$169.57
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Table F5 Kentucky Registration Breakdowns Under Different Scenarios (391 – 50,000)
Vehicle

391

563

898

1,497

2,273

3,621

10,000

20,000

50,000

Escape

215

310

494

823

1,250

1,992

5,500

11,000

27,500

Camry

78

113

180

299

455

724

2,000

4,000

10,000

F-150

78

113

180

299

455

724

2,000

4,000

10,000

Transit Connect

20

28

45

75

114

181

500

1,000

2,500

Table F6 Kentucky Registration Breakdowns Under Different Scenarios (100,000 – 3,600,000)
Vehicle

100,000

360,000

500,000

1,000,000

1,500,000

2,000,000

2,500,000

3,000,000

3,600,000

Escape

55,000

198,000

275,000

550,000

825,000

1,100,000

1,375,000

1,650,000

1,980,000

Camry

20,000

72,000

100,000

200,000

300,000

400,000

500,000

600,000

720,000

F-150

20,000

72,000

100,000

200,000

300,000

400,000

500,000

600,000

720,000

Transit Connect

5,000

18,000

25,000

50,000

75,000

100,000

125,000

150,000

180,000
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Table F7 Kentucky Lost Fuel Tax Revenues Under Different Registration Scenarios (391 – 50,000)
Vehicle

391

563

898

1,497

2,273

3,621

10,000

20,000

50,000

Escape

$27,957

$40,255

$64,207

$107,036

$162,520

$258,902

$715,000

$1,430,000

$3,575,000

Camry

$9,531

$13,723

$21,889

$36,489

$55,404

$88,262

$243,750

$487,500

$1,218,750

F-150

$15,249

$21,957

$35,022

$58,383

$88,647

$141,219

$390,000

$780,000

$1,950,000

Transit Connect

$3,050

$4,391

$7,004

$11,677

$17,729

$28,244

$78,000

$156,000

$390,000

Sum

$55,786

$80,326

$128,122

$213,584

$324,300

$516,626

$1,426,750

$2,853,500

$7,133,750

Table F7 Kentucky Lost Fuel Tax Revenues Under Different Registration Scenarios (100,000 – 3,600,000)
Vehicle

100,000

360,000

500,000

1,000,000

1,500,000

2,000,000

2,500,000

3,000,000

3,600,000

Escape

$7,150,000

$25,740,000

$35,750,000

$71,500,000

$107,250,000

$143,000,000

$178,750,000

$214,500,000

$257,400,000

Camry

$2,437,500

$8,775,000

$12,187,500

$24,375,000

$36,562,500

$48,750,000

$60,937,500

$73,125,000

$87,750,000

F-150

$3,900,000

$14,040,000

$19,500,000

$39,000,000

$58,500,000

$78,000,000

$97,500,000

$117,000,000

$140,400,000

Transit Connect

$780,000

$2,808,000

$3,900,000

$7,800,000

$11,700,000

$15,600,000

$19,500,000

$23,400,000

$28,080,000

Sum

$14,267,500

$51,363,000

$71,337,500

$142,675,000

$214,012,500

$285,350,000

$356,687,500

$428,025,000

$513,630,000
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Appendix G One-Page Summary of Electric Vehicle Information
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